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IRREGULAR AIR CARRIER AMD OFF-ROUTE HDXES 

EN ROUTE PERFORMANCE OPERATING LIMITATIONS 

Currently e f f e c t i v e § k2.7ii, pertaining to the transport category one-engine-inoperative 
en route performance operating l i m i t a t i o n s , provides that the airplane weight at take-off 
s h a l l be such that, i n the event of an engine f a i l u r e at any point along the route, the a i r ­
plane can meet a prescribed rate of climb at an a l t i t u d e at l e a s t 1,000 f e e t above the e l e ­
vation of the highest ground or obstruction within 10 miles on either aide of the intended 
t r a c k . This amendment provides an a l t e r n a t i v e to t h i s performance operating l i m i t a t i o n 
tinder which, upon approval by the Administrator of C i v i l Aeronautics, a so-called " d r i f t -
down" procedure may be used. For some time a s i m i l a r a l t e r n a t i v e has been permitted for 
the operation of nontransport category airplanes with no adverse e f f e c t on safety* The 
Board, therefore, considers that a properly planned and executed drift-down procedure w u l d 
not jeopardize the safety of operation of transport category airplanes. 

The Board i s of the view that experience during recent years demonstrates that the 
j e t t i s o n i n g of f u e l may be accomplished s a f e l y when adequate indoctrination of f l i g h t crew 
and other necessary precautions are provided. Accordingly, there i s included a provision 
whereby f u e l j ettisoning may be used i n showing compliance with t h i s requirement i f proper 
safeguards are taken. 

Although consideration has been given to the i n c l u s i o n of c e r t a i n operational variables 
such as the incidence of downdrafts, turbulence, and i c i n g conditions i n the approval of 
drift-down procedures, the Board i s of the view that these conditions are not s u f f i c i e n t l y 
d e f i n i t i v e and do not e s t a b l i s h a c l e a r c r i t e r i o n against which a p a r t i c u l a r drift-down pro­
cedure may be examined. They are, - therefore, not included i n t h i s regulations On the other 
hand, temperature and wind are measurable quantities which can be forecast with reasonable 
accuracy« Accordingly, the Board i s of the view that account should be taken of temperature 
and winds However, i n order to avoid placing an undue burden upon the a i r c a r r i e r i n account­
ing for these conditions, t h i s regulation permits the use of "declared" values or other such 
approved assumptions with respect to t h e i r probable magnitude. 

Inasmuch as t h i s regulation prescribes an operational procedure to be used i n l i e u of 
compliance with s p e c i f i c performance l i m i t a t i o n s , the Board has decided that the l a t e r a l and 
v e r t i c a l clearances should be more nearly related to operating l i m i t a t i o n s generally i n e f f e e t . 
Since minimum f l i g h t altitudes are normally predicated on a 5-mile l a t e r a l clearance, t h i s 
value i s also used i n drift-down procedures. However, since a v e r t i c a l clearance of 2,000 
feet i s normally required i n mountainous t e r r a i n and since t e r r a i n elevations which are c r i t ­
i c a l from the standpoint of the performance operating l i m i t a t i o n s are found only i n mountain­
ous areas, the Board believes i t l o g i c a l to apply a 2,000-foot t e r r a i n clearance provision 
i n t h i s requirement. 

I n order that a f l i g h t with one engine inoperative not be complicated unduly by navi­
gational problems, the Board believes that the drift-down procedure normally should be r e ­
l a t e d c l e a r l y to an approved radio navigational f i x . The procedure w i l l be so established 
that on either side of the governing f i x a d e f i n i t e course w i l l be prescribed to an a l t e r ­
nate a i r p o r t . I n order to insure that these airports w i l l , i n f a c t , be usable under such 
circumstances, the Board i s applying the same requirements f o r i n i t i a l dispatch as are 
required currently u i t h respect to any other alternate a i r p o r t . 

Although t n i s amendment does not l i m i t the application of a drift-down procedure to 
airplanes possessing reciprocating engines, the Board intends to continue i t s consideration 
of the s p e c i a l problems which may be raised by the introduction of turbine engines and, 
s p e c i f i c a l l y , w i l l consider whether any d i f f e r e n t conclusions need be reached with respect 
to the application of "drift-down" to turbine-powered ai r p l a n e s . 

Interested persons have been afforded an opportunity to p a r t i c i p a t e i n the making of 
t h i s amendment, and due consideration has been given to a l l relevant matter presented. 
Since t h i s regulation imposes no additional burden on any person, i t may be made e f f e c t i v e 
without prior notice. 

I n consideration of the foregoing, the C i v i l Aeronautics Board hereby amends Part U2 of 
the C i v i l Air Regulations (1U CFR Part 1$, as amended) eff e c t i v e May 9, 19??. 
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By amending § U2.7U to read as follows: 

U2.7U En route l i m i t a t i o n s ; one engine inoperative. 

(a) No airplana s h a l l be taken off at a weight i n exces9 of that which would per-
Gnt a rate o? ciinb (expressed i n feet per minute), with one engine inoperative, of at l e a s t 

v"_ 2 (when N i s the number of engines i n s t a l l e d and V, i s expressed i n miles ^ 0.06 - O.Q8^ 
so o 

per hour) at an altitude of at l e a s t 1,000 feet above the elevation of the highest ground or 
obstruction within 10 miles on either side of the intended track, except that for transport 
category airplanes c e r t i f i c a t e d under Part Ua of t h i s subchapter, the rate of climb s h a l l be 
0.02 7 B

 2 . 
o 

(b) As an alternative to the provisions of paragraph (a) of t h i s section, an a i r 
c a r r i e r may u t i l i z e an approved procedure whereby i t s airplanes are operated at an all-engine-
operating altitude such that i n the event of an engine f a i l u r e the airplane can continue 
f l i g h t to an alternate airport where a landing can be made i n accordance v i t h the provisions 
of | k2.78, the f l i g h t path c l e a r i n g a l l t e r r a i n and obstructions along the route within 5 
miles on either side of the intended track by at l e a s t 2,000 f e e t . I n addition, i f such a 
procedure i s u t i l i z e d , subparagraphs ( l ) through (6) s h a l l be complied with; 

(1) The r a t e of climb (as presented i n the Airplane F l i g h t Manual for the 
appropriate weight and altitude)used i n c a l c u l a t i n g the airplane's f l i g h t path s h a l l be 

diminished ty an amount, i n f e e t per minute, equal to ^0,06 - fl^pfi^2 (when U i s the 

number of engines i n s t a l l e d and 7 i s expressed i n miles per hour) for airplanes c e r t i f i -
° 9 

cated under Fart l±b of t h i s subchapter, and by 0*02 V 11 for airplanes c e r t i f i c a t e d under 
o 

Part Ua of t h i s subchapter, 
(2) The all-engine-operating a l t i t u d e s h a l l be such that, i n the event the 

c r i t i c a l engine becomes inoperative at any point along the route, the f l i g h t w i l l be capable 
of proceeding to a predetermined alternate airport by use of t h i s procedure. For the pur­
pose of determining the take-off weight, the airplane s h a l l be assumed to pass over the 
c r i t i c a l obstruction following engine f a i l u r e at a point no closer to the c r i t i c a l obstruc­
t i o n than the nearest approved radio navigational f i r : Provided. That the Administrator 
may authorize a procedure established on a d i f f e r e n t basis where adequate operational safe­
guards are found to e x i s t . 

(3) The airplane s h a l l meet the provisions of paragraph (a) of t h i s section 
at 1,000 feet above the airport used as an alternate i n t h i s procedure. 

(U) The procedure s h a l l include an approved method of accounting for winds 
and temperatures which would otherwise adversely a f f e c t the f l i g h t path. 

(5) I n ccsaplying with t h i s procedure f u e l Jettisoning s h a l l be permitted 
i f the Administrator finds that the a i r c a r r i e r has an adequate t r a i n i n g program, proper 
instructions are given to the f l i g h t crew, and a l l other precautions are taken to insure 
a safe procedure. 

(6) The alternate airport s h a l l be s p e c i f i e d i n the dispatch release and 
s h a l l meet the provisions of f U2.55. 

( c ) For the purposes of t h i s section i t s h a l l be assumed that the weight of the 
airplane as i t proceeds along i t s intended track i s progressively reduced by normal con­
sumption of f u e l and o i l . 

(Sec. 205 ( a ) , 52 S t a t . 981t; h.9 U.S.C. U25 ( a ) . Interpret or apply sees. 601, 60U, 52 S t a t . 
1007, 1010, as Emended; h9 U.S.C. 551, 55W 

By the C i v i l Aeronautics Board 

/ s / H. C. Mulligan 
M. C. MVmgan 

Secretary 
(SEAL) 

Adams, Vice Chairman, dissenting. 

Part U2 l a s t printed itecember 15, 195U 


